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This chapter addresses the impacts of the alternatives described in Chapter 2.
Each section of this chapter, as listed in the sidebar, describes relevant laws and
regulations, existing conditions, the impacts of the No Build Alternative, the
impacts of the build alternatives and JTA phase, and measures to avoid, minimize,
and/or mitigate adverse impacts. The impacts of the build alternatives and JTA
phase fall into three categories:

« Direct Impacts. As defined in 40 CFR 1508.8, direct impacts are impacts
“caused by the action and occur at the same time and place!” Examples of
direct impacts are changes in travel time, the displacement of businesses, and
increases in water pollution. Direct impacts can be permanent or temporary.

 Indirect Impacts. As defined in 40 CFR 1508.8, indirect impacts are defined
as impacts “caused by the action and are later in time or farther removed in
distance, but are still reasonably foreseeable.” Indirect impacts include induced
growth and effects resulting from the induced growth, including changes
in the pattern of land use, and “related impacts on air and water and other
natural systems, including ecosystems.”

« Construction Impacts. Construction impacts are the temporary impacts of
construction activities.

OR62: Interstate 5 to Dutton Road Final Environmental Impact Statement |3 - 1



Chapter 4 addresses a fourth category of impacts, cumulative impacts.

The design of the alternatives, as described in Section 2.1, incorporates measures
to avoid or minimize adverse impacts. This chapter proposes additional potential
measures to avoid, minimize, and/or mitigate adverse impacts. The FEIS will
include commitments to specific mitigation measures.

When reading Chapter 3, please keep in mind the following.

« Where the chapter refers to the “bypass,’ it is referring specifically to only the
four-lane access-controlled highway that would be built under either build
alternative or the JTA phase.

«  Where the chapter refers to “the project,”it is referring to the OR 62: I-5
to Dutton Road Project, regardless of alternative or phase.“The project”
includes the “bypass” as well as all of the associated transportation system
improvements.

« The JTA phase would be built first under either of the build alternatives, and
in some cases there are additional impacts from building a first phase instead
of building the entire build alternative. In these instances, where building
the JTA phase results in additional impacts, the impact analysis for the build
alternative assumes the higher impacts, instead of the impacts that would
have occurred if the entire alternative were built at one time. An example is the
crossing of Lone Pine Creek. If the SD Alternative were completely constructed
at once, rather than being phased, the bypass would cross Lone Pine Creek.
However, the JTA phase includes both the bypass crossing of Lone Pine Creek
and a second crossing of Lone Pine Creek where existing OR 62 would be
widened immediately north of bypass’ southern terminus. Therefore, the
analysis assumes the higher degree of impacts and reports the SD Alternative
as crossing Lone Pine Creek at two locations.

The areas of potential impact (APIs) are specifically designed to appropriately
consider potential impacts to each resource. Some types of impacts, such as
historic sites and noise, affect only areas adjacent to the proposed project. Other
types of impacts, such as air quality and land use, have a larger area of potential
impact. The API for each resource is defined at the beginning of that section. For all
resources, “project area” refers to the area shown on Figure 1-1 in Chapter 1.
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Section 3.1 Content
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3.1.5.1 Project Design
3.1.5.2 Project Construction
3.1.5.3 Mitigation Measures Recommended for the City of Medford

3.1 Transportation Facilities

This section describes: 1) the existing transportation system, including the street
and road system, pedestrian facilities, bicycle lanes and paths, and transit service;
2) operations, performance, and safety under the No Build Alternative; 3) the
impacts of the build alternatives and JTA phase on the transportation system,
operations, performance, and safety; 4) impacts during construction; and, 5)
avoidance, minimization, and mitigation measures. Figure 3.1-1 shows the API for
impacts on transportation facilities.

3.1.1 Regulatory Setting

The National Environmental Policy Act of 1969 as amended (NEPA) provides the
overall regulatory setting for this section, which focuses on transportation-related
conditions and impacts. Compliance with NEPA is required because the proposed
project would be partially funded with funds from FHWA, a federal agency subject
to NEPA. Other relevant legal and regulatory requirements are described below.

 Atransportation facility should accommodate forecast traffic volumes 20 years
from the expected date of completion of construction (Title 23, United States
Code, Highways Section 109 Standards).

« FHWA regulations provide policies and procedures relating to the provision
of pedestrian and bicycle accommodations, and federal participation in the
cost of these accommodations. FHWA directs that full consideration should be
given to the safe accommodation of pedestrians and bicyclists. FHWA further
directs that the special needs of the elderly and disabled must be considered
in all federal-aid projects that include pedestrian facilities. When current or
anticipated pedestrian and/or bicycle traffic presents a potential conflict
with motor vehicle traffic, every effort must be made to avoid, minimize, and
mitigate the detrimental effects on all highway users who share the facility (23
CFR 652).

- Oregon law (ORS 366.514) requires that footpaths and bicycle trails, including
curb cuts or ramps, must be provided wherever a highway, road, or street is
constructed, reconstructed, or relocated. The law applies to ODOT, cities, and
counties. The same Oregon law also allows ODOT, cities, and counties to spend
reasonable amounts of their share of the State Highway Fund on facilities for
pedestrians and bicyclists.
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Figure 3.1-1
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 Design, signing, and marking of pedestrian and bicycle facilities must
comply with the Oregon Bicycle and Pedestrian Design Guide. Section 3.2.3.4
addresses compliance with the Oregon Bicycle and Pedestrian Plan.

« The Americans with Disabilities Act (ADA) provides civil rights protections to

For further information on impacts regarding traffic facilities, see the OR 62 Traf-
fic Analysis Technical Report, OR 62 Corridor Solutions Project, August 23, 2011,

and the Alternative Transportation Strategies Report, April 2011. These reports
are available from the ODOT contact person identified on page i of this EIS.

individuals with disabilities. Federal-aid highway projects must comply with
the ADA and do so by providing equal access for all persons. All projects must
comply with ADA guidelines. The same degree of convenience, accessibility,
and safety available to the general public must be provided to persons with
disabilities (Title 42, United States Code, Chapter 126, Section 12101, et seq.,
and Title 47, United States Code, Chapter 5).

3.1.2 Affected Environment

3.1.2.1 Transportation System
Street and Road System

Figure 3.1-2 shows the street and roadway system in the project area. Existing

OR 62 within the project area extends 7.5 miles from | 5 in North Medford to
Dutton Road, north of White City. North of Poplar Drive in Medford, the roadway

is approximately 80 feet wide and consists of two 10-foot shoulders, four 12-foot
travel lanes, and a 10-foot center lane that functions as a continuous two-way
left-turn lane. Figure 2-2 in Chapter 2 shows a typical cross-section of the roadway.
Businesses on OR 62 have direct driveway access to the highway, although some
driveways are restricted to right in/right out movements. South of Poplar Drive to
the North Medford Interchange (the interchange between I-5 and OR 62), OR 62 is
wider and includes dedicated turn lanes. Figure 2-1 in Chapter 2 is a diagram of the
North Medford Interchange.

The spacing between intersections along OR 62 violates OHP standards, which
were established to achieve safe and efficient state highway operations. As Table
3.1 1 shows, of the 28 road intersections, only five meet the applicable spacing
standard. If distances between driveways and other driveways; and, between
driveways and intersections were accounted for, the number of spacing standard
violations would be substantially higher.

In 2009, ODOT extended OR 140 west from OR 62 to I-5 at the Blackwell/Seven
Oaks Interchange (Exit 35) by acquiring ownership of roadways from Jackson
County. ODOT is preparing a corridor plan for OR 140 from its intersection with
Brownsboro Road east of White City to the Blackwell/Seven Oaks Interchange.
When completed in 2012, the plan will make recommendations for improving
safety and operations on OR 140. The plan also is expected to call for re-routing OR
140 onto OR 62 north to Avenue G, then west on Avenue G.

The OR 140 Corridor Plan is now expected to be adopted in June 2013. As
proposed for adoption, the plan:

Shows OR 140 as routed along Agate Road between Leigh Way and Avenue G and
along Leigh Way between OR 62 and Agate Road in White City

States that the Preferred Alternative for the OR 62: I-5 to Dutton Road project
would necessitate reassessment of the routing of OR 140 along Leigh Way and
Avenue G and that “rerouting OR 140 along Crater Lake Highway [OR 62] and
Avenue G is currently considered the preferred alternate route”

Calls for widening Agate Road to provide a 3-lane urban section

At the intersection of OR 140, OR 62, and Leigh Way, calls for adding a second
westbound left-turn lane on OR 140 and an eastbound right-turn lane on Leigh
Way

(ODOT 2012)
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Figure 3.1-2
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Table 3.1-1 Intersection Spacing (feet)

Intersection Spacing Standard Spacing
-5 SB ramp — I-5 NB ramp 2,640 ﬁ
I-5 NB off-ramp — S. Jug handle 750 775
I-5NB on-ramp — N. Jug handle 990 1,230
I-5 NB off- ramp - Poplar Drive 1,320 1,780
Poplar Drive - Sky Park Drive 2,640

Sky Park Drive - Whittle Road 2,640

Whittle Road — Delta Waters Road 2,640

Delta Waters Road — Webfoot Road 2,640

Webfoot Road — Cardinal Avenue 2,640

(ardinal Avenue — Commerce Drive 2,640

Commerce Drive — W. Coker Butte Road 2,640

W. Coker Butte Road — Burlcrest Drive 2,640

Burlcrest Drive — Kingsley Drive 2,640

Kingsley Drive — Vilas Road 2,640

Vilas Road — Justice Road 2,640

Justice Road — Dillon Way 2,640

Dillon Way — Corey Road 2,640

Corey Road — Agate Road 2,640

Corey Road — E. Gregory Road 2,640

E. Gregory Road — Gramercy Drive 2,640

Gramercy Drive — Merry Lane 2,640

Merry Lane — OR 140 2,640

OR 140 — Avenue A 2,640

Avenue A — Antelope Road 2,640

Antelope Road — Avenue G 2,640

Avenue G — Avenue H 2,640

Avenue H — Andries Way 2,640

Andries Way — Dutton Road 2,640

Note: Black-shaded cells mean that the interchange/ramp/street spacing is less than the corresponding standard.
Sources: 0DOT 1999, Table 13, p. 208; Traffic Analysis, August 2011.

Pedestrian Facilities

Figure 1-4 shows sidewalks in the project area. As Figure 1-4 shows, pedestrian
facilities on OR 62 are limited. Only about one-fifth of OR 62 in the project

area has sidewalks, with most located south of Delta Waters Road and in White
City. Crossing OR 62 on foot is challenging because signalized intersections

with crosswalks are spaced far apart. Nowhere on OR 62 in the project area

are signalized intersections less than Y4-mile apart and there is no signalized
intersection in the 2.3-mile stretch between Vilas Road and OR 140. The existing
signalized intersections include pedestrian signals and crosswalks, but the
highway’s width (80 or more feet) and the volume of traffic turning onto and off of
the highway put pedestrians at risk.

Bicycle Lanes

Figure 1-5 shows bicycle facilities in the project area. On OR 62, there are shoulders
with stripes and bicycle symbols painted on the pavement between I-5 and Dutton
Road. Where parking lots are unpaved, the shoulders are often covered with gravel.
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Transit Service

RVTD operates two bus routes on portions of OR 62: Route 1 (Airport/Biddle Road)
and Route 60 (Medford/White City). Route 1 runs from downtown Medford to the
Medford Airport via OR 62 between Poplar Drive and Biddle Road. Route 1 buses
operate on weekdays between 6:30 AM and 6:30 PM, with one bus per hour.

Route 60 runs from Medford to White City using OR 62 between Coker Butte
Road and the VA SORCC. Route 60 buses operate between 5:00 AM and 6:30 PM
weekdays, with two buses per hour. There is no weekend service on either route.

The major bus stops along and near OR 62 are at the Rogue Valley Mall, Crater Lake
Plaza, Cascade Shopping Center, and VA SORCC in White City. The stops at all three
mall locations include pedestrian shelters. Along most of OR 62, bus stops are
located approximately every 3 mile. All stops on OR 62 between Coker Butte Road
and White City are “flag stops,” meaning the bus will stop by passenger request, but
there are no designated bus stops or signs. Stops are discouraged on the shoulder
of the highway because it is a dangerous environment for passengers, and buses
have difficulty re-entering the highway because of heavy traffic. Therefore, Route
60 essentially operates as an express route between Medford and White City. There
are park and ride lots at the VA SORCC and Cascade Shopping Center.

3.1.2.2 Traffic Operations and Performance

Traffic Volumes

In 2007, OR 62 at the North Medford Interchange had an ADT count of over 52,000
vehicles, with trucks accounting for 5 to 6 percent of the vehicle mix. This ADT was
higher than the ADT on I-5 at the North Medford Interchange of approximately
44,000. This is even though I-5, as an Interstate, has a higher classification than

OR 62, which is a Statewide Expressway. Counts farther north on OR 62 were
approximately:

+ 48,000 immediately south of Delta Waters Road
42,000 north of Delta Waters Road

+ 34,000 immediately south of OR 140

. 26,000 north of OR 140

Traffic Congestion

Traffic congestion is a serious problem on OR 62. As shown in Table 3.1-2, traffic at

four of the nine signalized intersections (intersections with traffic signals) on OR A v/cratio is the ratio of the
62 fail to meet the applicable mobility performance target in the OHP. The target volume of traffic on a street
is stated as a peak-hour v/c ratio. If a v/c ratio is over 1.0, i.e., the traffic volume or road to its capacity to
exceeds the highway’s capacity and traffic queues form and lengthen. As a v/c ratio handle traffic.

approaches 1.0, traffic flow becomes very unstable.

Table 3.1-2 also shows that traffic volumes at the Poplar Drive/OR 62 intersection
exceed the City of Medford’s mobility performance standard, as well as ODOT'’s,
and that volumes at the intersection of Crater Lake Avenue and Delta Waters Road
also violate the Medford standard. The City of Medford uses an LOS standard for
congestion, instead of a v/c standard. The applicable Medford standard, an LOS of
D or better, is described as “noticeable congestion with many vehicles stopping,”
and “individual cycle failures occur” (Medford 2003, p. 3-12) “Individual cycle
failures occur” means that it takes more than one signal cycle for vehicles to get
through an intersection. An LOS of E is described as “high delay . .. and frequent
cycle failures!” None of the signalized intersections in the project area violate
Jackson County standards, which are v/c ratio of 0.95 and LOS of D.

Congestion on OR 62 begins during the morning commute period and gradually
increases throughout the day, with little, if any, relief through the afternoon
commute period, as the graphs in Figure 1-3 show. Spikes of traffic continue to
occur throughout the day-long peak period, which never allow conditions to fully
recover. This results in continual congestion throughout most of the day. As a
result, it is estimated to take an average of 18 minutes to travel from | 5 to Dutton
Road, with an average speed of 25 miles per hour (mph), and to take an average
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Table 3.1-2 Existing Signalized Intersection Operations

OR 62 Intersections

-5 Southbound Off-Ramp 0.85' D 0.73 B
I-5 Northbound Off-Ramp 0.85' D 0.67 B
Poplar Drive/OR 62 0.85' D? E
Delta Waters Road/OR 62 0.85 D D
Vilas Road/OR 62 0.85 D? C
OR 140/0R 62 0.85 D? C
Antelope Road/0R 62 0.85' D? 0.83 D
Avenue G/OR 62 0.85 D? 0.68 B
Avenue H/0R 62 0.85' D? 0.69 B

Other Intersections

Crater Lake Ave/Delta Waters Rd NA D} NA

Agate Road/Antelope Road 0.95 D? 0.52 B
Table Rock Road/Antelope Road 0.95 D* 0.63 B
Table Rock Road/Vilas Road NA D 0.81 (
Table Rock Road/Biddle Road NA D 0.69 C

Notes: The measured performance levels are based on 2007 traffic volumes. Black-shaded cells indicate that the v/c ratio or LOS
exceeds the applicable performance standard.

TOHP target.

2 Jackson County standard.

3(ity of Medford standard.

Source: Traffic Analysis , August 2011, with edits to reflect December 21, 2011, amendments to the OHP.

of 16 minutes to travel from Dutton Road to | 5, with an average speed of 29 mph
during the 4:15 - 5:15 PM peak.

Queuing and Blocking

There are queuing and blocking problems at multiple locations along OR 62.
Queuing is the lining up of vehicles at a traffic light or stop sign and can have a
major effect on roadway operation and safety. Queues that exceed the length

of a turn lane can block the adjacent through lanes creating both a reduction in
roadway capacity and an unexpected obstruction in the travel lane that can result
in a crash. Long queue lengths on through lanes can: block vehicles from turning
onto the roadway from a driveway or intersecting local street; delay turns off of
the roadway into driveways and local streets; and back up into intersections which
are “upstream”in the traffic flow.

Long queue lengths can therefore spread and worsen congestion into
intersections which are “upstream.” As Table 3.1-3 shows, under existing conditions,
there are queuing blockages at 15 locations along OR 62.

As used in this EIS, queuing blockages are defined as locations where traffic
queuing at an intersection either exceeds the storage capacity of a turn lane or

backs up so far on a through lane that it blocks another intersection.
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Table 3.1-3 Existmg OR 62 Queulng Blockages
PM Peak Hour (4:1

5:15P

OR 62/I-5 Northbound Ramp

Eastbound | 525 | 650 | -5 SB ramps

OR 62/1-5 Southbound Ramp

Westbound | 525 | 700 | [-5 NB ramps

Poplar Drive/OR 62

Westbound 150 550 Hilton Road
Northbound 850 1,675 | South Jug handle

Delta Waters Rd/OR 62

Westbound 950 1,125 | Crater Lake Avenue
Westhound Left 450 900 Left Turn Lane (Delta Waters)
Southbound Left 200 350 Left Turn Lane (OR 62)
E Coker Butte/OR 62

Westbound <100 | 150 | (rater Lake Avenue
Vilas Road/OR 62

Westbound <100 150 (rater Lake Avenue
Southbound Right 150 300 Right Turn Lane (OR 62)
OR 140/0R 62

Northbound Left 150 200 Merry Lane
Northbound Right 150 250 Right Turn Lane (OR 62)
Antelope Road/OR 62

Eastbound Left 150 300 Left Turn Lane (OR 62)
Westhound Left 100 300 Division Road
Northbound Right 150 300 Right Turn Lane (OR 62)

Notes: The results are based on 2007 traffic volumes. Listed queue lengths represent the length of 95 percent of all queues that exist
for the particular traffic movement.
Source: Traffic Analysis, August 2011.

3.1.2.3 Traffic Safety Safety Corridors are stretches of
OR 62 in the project area has a long history of safety concerns. In 1990, ODOT state or local highway with an inci-
designated OR 62 from I-5 to Eagle Point as Oregon’s first safety corridor based dence of traffic crashes higher than
on 13 traffic deaths over a 16-month period. Safety corridors are segments of expected for that type of roadway.
state highway with an incidence of fatal and serious traffic crashes higher than Typical actions taken in these cor-
the statewide average for a similar type of roadway. Safety concerns led to the ridors to increase safety include
initial OR 62 Corridor Solutions Project in 1998. More recently, in the five years more frequent enforcement, low
from 2005 through 2009, there were 689 reported crashes on OR 62 between cost engineering improvements
the North Medford Interchange and Dutton Road. Table 1-2 shows 2005-2009 and education efforts such as me-
crash rates for four segments of OR 62. Figure 1-2 shows the roads that define dia events, brochures, and poster
the segment boundaries. Crash rates exceeded the applicable statewide crash distribution. (ODOT 2002)

rate in segments 1, 2, and 4, when averaged over the five-year period. Segments

1 and 2 exceeded the statewide crash rate all five of the analysis years. Table 1-2
shows the breakdown of crashes by type in each segment. OR 62 in the project
area has ten sites among the top 10 percent of sites on the state highway system
rated as most unsafe, two of which are among the top 5 percent of sites rated as
most unsafe. (ODOT 2010) The ratings are based on crash data for 2007 to 2009
and consider crash frequency, rate, and severity. The sites are referred to here as
top 10 percent sites and top 5 percent sites. Figure 3.1-3 shows their locations.
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Figure 3.1-3
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3.1.2.4 Freight

The OHP designates OR 62 and OR 140 as Statewide Freight Routes, making
them part of the State Highway Freight System. The primary purpose of the State
Highway Freight System is to “facilitate efficient and reliable interstate, intrastate,
and regional truck movement through a designated freight system.” (ODOT
1999, p. 65) OR 140 is heavily used by the trucking industry to transport goods,
particularly hay, logs, and other forest products between Jackson County and
Klamath and Lake Counties to the east.

3.1.2.5 Medford Airport

The Medford Airport, located just north and west of OR 62, covers approximately
989 acres. The Jackson County Aviation Authority owns and operates the airport.
The airport serves Jackson County, the City of Medford, and seven other counties
in southwest Oregon. The Medford Airport is used by general aviation, corporate
aircraft, and commercial air carriers. Secondary public and private operations

are located on the eastern edge of the airport property, including private air and
delivery services, and a field office for the USCIS. Access to these facilities is via
Commerce Drive.

The airport has two runways. The main north-south runway is approximately 8,800
feet in length and the cross runway (northwest-southeast) is approximately 3,100
feetin length. The 2011 Airport Master Plan Update calls for the cross runway to be
replaced by a runway of equal length that is parallel to and just west of the main
north-south runway, within the existing airport boundary.

Each runway has a designated runway protection zone (RPZ) that extends beyond
the physical boundaries of the runway pavement, as shown in Figure 3.1-4. The
purpose of the RPZ is to enhance the protection of people and property on the
ground, as well as to provide adequate space for aircraft to safely maneuver for
take offs and landings. This function is achieved through airport owner control
over RPZs. Such control includes clearing RPZ areas of incompatible objects and
activities and keeping them clear.

The Medford Airport has now abandoned the shorter 27 runway shown on Figure
3.1-4, so there is no longer an RPZ associated with it. Figure 3.1-4 FEIS shows the
current RPZ.

3.1.3 Environmental Consequences

3.1.3.1 No Build Alternative
Transportation System

Street and Road System

Under the No Build Alternative, the OR 62 project would not construct
improvements or modifications. Other projects in the area that are committed and
funded in the RTP would be built. These projects are listed in Table 2-1 in Chapter
2.

Pedestrian Facilities and Bicycle Lanes

The RTP does not include any proposed pedestrian or bicycle improvements along
OR 62. As Table 2.1 in Chapter 2 shows, many planned and funded projects in the
area include sidewalks and bike lanes. None of the RTP projects would improve
pedestrian facilities or bicycle lanes along OR 62.

Transit Service

For the period April 2012 through June 2015, RVTD has grant funding to extend
its hours of service system-wide by 22 hours, to a total of 15 hours per day, and
provide service on Saturdays from 7:00 AM to 8:00 PM, with 1-hour frequencies.
RVTD hopes to obtain funding to continue this service expansion after June 2015.
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Traffic Operations and Performance
Travel Time

In 2035, it is forecast to take an average of 32 minutes during the peak hour to
travel from | 5 to Dutton Road, with an average speed of 15 mph, and to take an
average of 29 minutes to travel from Dutton Road to | 5, with an average speed of
17 mph.

Traffic Volumes

Table 3.1-4 contains existing and forecast ADT on representative segments of OR
62. ADT is forecast to grow by 7 percent by 2015 between |-5 and White City and by
13 to 14 percent in White City and north to Dutton Road. By 2035, ADT is forecast
to grow by 21 percent south of Delta Waters Road, 29 percent between Delta
Waters Road and Corey Road, 38 percent south of OR 140, and 54 percent north of
OR 140 to Dutton Road.

Table 3.1-5 contains existing and forecast ADT on the southbound and
northbound off-ramps from I-5 and local streets and roads in the project area.
Substantial increases in volumes are forecast on the southbound off-ramp from I-5,
Coker Butte Road, Vilas Road, and OR 140.

Table 3.1-4 Existing and Forecast Traffic Volumes, Future Bypass and OR 62, No Build and Build Alternatives

(average daily traffic)

2007 2015 2035 2015 2035 2015 2035

Future Bypasss
South Terminus Interchange to Vilas NA NA NA 25,100 34,400 32,500 39,700
Rd SPUI
Vilas SPUI to Agate Directional NA NA NA 40,300 45,600 41,000 47,100
Agate Directional to North Terminus NA NA NA 20,600 27,700 22,400 28,600
Directional
0R62
Whittle Rd to Delta Waters Rd 47,700 51,200 57,800 37,600 43,350 31,000 35,800
Delta Waters Rd to Corey Rd 42,000 44,800 54,300 16,500 20,100 13,700 17,000
Gregory Rd to OR 140 34,400 39,000 47,400 36,100 41,600 35,400 42,400
OR 140 to Dutton Rd 25,900 29,500 40,000 14,200 20,300 12,400 18,800

Change from Existing | Change from No Build Alternative On Existing

on OR 62 OR 62

Whittle Road to Delta Waters Rd +3,500 | +10,100 | -13,600 -14,450 | -20,200 -22,000
Delta Waters Rd to Corey Rd +2,800 | +12,300 | -28,300 | -34,200 | -31,100 -37,300
Gregory Rd to OR 140 +4,600 | +13,000 -2,900 -5,800 -3,600 -5,000
OR 140 to Dutton Rd +3,600 | +14,100 | -15300 | -19,700 | -17,100 -21,200

Percené)::i?grr:ge Lt Percent Change from No Build Alternative
Whittle Road to Delta Waters Rd 7 21 -27 -25 -39 -38
Delta Waters Rd to Corey Rd 7 29 -63 -63 -69 -69
Gregory Rd to OR 140 13 38 -8 -12 9 -1
OR 140 to Dutton Rd 14 54 -52 -49 -58 -53

Note: Volumes are averages and are rounded to the nearest 100.
Source: Southern Oregon Transportation Engineering, LLC.
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Figure 3.1-4
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Figure 3.1-4 FEIS
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Table 3.1-5 Existing and Forecast Average Daily Traffic Volumes, I-5 Off-Ramps to OR 62 and Local
Streets and Roads, No Build and Build Alternatives

2007

2015 2035 2015 2035 2015 2035

I-5 Southbound Off-Ramp 7,500 8,400 11,700 15,300 16,200 8,900 11,900
I-5 Northbound Off-Ramp 14,700 15,300 16,300 17,300 19,300 15,000 16,000
Poplar Drive 18,300 18,800 19,000 18,100 19,600 8,500 11,100
Delta Waters Road 16,200 15,200 17,000 16,900 17,400 16,800 18,900
Coker Butte Road 4,200 6,400 8,600 7,700 9,300 7,700 9,500
Vilas Road 15,100 19,800 26,000 10,200 13,000 11,500 13,900
OR 140 9,600 11,000 14,900 12,700 16,200 12,100 15,700
Change from Existing Change from No Build Alternative
I-5 Southbound Off-Ramp +900 +4200 +6,900 | +4,500 +500 +200
I-5 Northbound Off-Ramp +600 +1,600 | +2,000 | +3,000 -300 -300
Poplar Drive +500 +700 -700 +600 -10,300 -7,900
Delta Waters Road -1,000 +3800 +1,700 +400 +1,600 +1,900
Coker Butte Road +2,200 +4,400 | +1,300 +700 +1,300 +900
Vilas Road +4,700 | +10,900 | -9,600 -13,000 -8,300 -12,100
OR 140 +1,400 +5300 | +1,700 | +1,300 +1,100 +800
PercenE)((iI;;:ge iy Percent Change from No Build Alternative
-5 Southbound Off-Ramp +12 +56 +82 +38 +6 +2
I-5 Northbound Off-Ramp +4 +11 +13 +18 -2 -2
Poplar Drive +3 +4 -4 +3 -55 -42
Delta Waters Road -6 +5 +11 +2 +11 +11
Coker Butte Road +52 +105 +20 +8 +20 +10
Vilas Road +31 +72 -48 -50 -42 -47
OR 140 +15 +55 +15 +9 +10 +5

Note: Note: Volumes are at locations near OR 62 and are rounded.
Source: Southern Oregon Transportation Engineering, LLC.

Traffic Congestion

Traffic congestion on OR 62 would worsen only slightly by 2015 under the No Build Alternative,
but would increase substantially by 2035. Table 3.1-6 shows forecast performance at signalized
intersections in both 2015 and 2035 under the No Build Alternative. Volume-to-capacity ratios
are forecast to be only slightly higher by 2015 and the same intersections that fail under existing
conditions are forecast to fail to meet the applicable performance targets and standards. By 2035,
all but one of the signalized intersections on OR 62 are forecast to fail to meet the applicable
ODOT target. Six of the 11 signalized intersections would also violate the applicable City of
Medford or Jackson County standard. In 2035, all but one unsignalized OR 62 intersection are
forecast to fail to meet the applicable performance target. These forecast 2035 failing OR 62
intersections include: Sky Park Drive, Whittle Road, Corey Road, Agate Road, Gregory Road, and
Dutton Road. Only the Commerce Drive intersection with OR 62 is forecast to meet applicable
standards in 2035.

A traffic signal change and a planned project have altered the v/c ratios in Table 3.1 6. The 2015 v/c
ratio at the intersection of OR 62 and Vilas Road is now forecast to be 0.75, instead of 0.99, because
ODOQT has added “protective-permissive phasing”to the traffic signal at the intersection for
eastbound and westbound left-turn movements on Vilas Road. In the modeling completed for the
DEIS, these left-turn movements could occur only during gaps in oncoming traffic. By 2035, higher
traffic volumes are forecast to have reduced the added advantage of the left-turn phases. The
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project to add left-turn lanes from OR 140 westbound to OR 62 southbound referenced in Section
2.1.1is responsible for the small improvement in the forecast performance of the intersection of
OR 62 and OR 140 (from a v/c ratio 1.00 to a v/c ratio of 0.95 in 2015 and from a v/c ratio of 1.54 to
a v/cratio of 1.48 in 2035).

As with OR 62 signalized intersections, the performance of other intersections in the area in
2015 is forecast to be similar to existing conditions, but to substantially deteriorate by 2035.
This includes intersections that are under City of Medford and Jackson County jurisdiction. Such
intersections that would exceed the applicable standards in 2035 are the signalized intersections
of Crater Lake Avenue with Delta Waters Road and Table Rock Road with Vilas Road, and the
unsignalized intersections of:

Crater Lake Avenue with: Owens Drive, Coker Butte Road, Vilas Road and Corey Road

Vilas Road with: Lear Way and Peace Lane

« Gregory Road with: Table Rock Road and Agate Road
Agate Road with: Leigh Way and Avenue G
11th Street with: Antelope Road and Avenue G

The forecast 2035 v/c ratios at most of these intersections are well over 1.0. The v/c ratio at the
intersection of Crater Lake Avenue with Owens Drive is over 2.0.

Table 3.1-6 Forecast 2015 and 2035 Signalized Intersection Operations, No Build Alternative

Performance Target/
Standard Forecast Performance
2015 2035
Intersection V/C Ratio LOS V/C Ratio | LOS V/C Ratio | LOS
OR 62 Intersections
-5 Southbound Off-Ramp 0.85' D 0.75 B
I-5 Northbound Off-Ramp 0.85 D? 0.69
Poplar Drive 0.85! D
Delta Waters Road 0.85' D
Owens Drive/OR 62 0.85' D
Coker Butte Road/OR 62 0.85' D
Vilas Road 0.85' D
OR 140 0.85' D*
Antelope Road 0.85' D?
Avenue G 0.85' D’
Avenue H 0.85 D’
Other Intersections
Crater Lake Ave/Delta Waters Rd NA* D NA D NA
Agate Road/Antelope Road 0.952 D* 0.52 B 0.65 B
Table Rock Road/Antelope Road 0.952 D? 0.63 B 0.76 C
Table Rock Road/Vilas Road 0.952 D 0.94 D
Table Rock Road/Biddle Road 0.952 D 0.72 C
Note: Black-shaded cells indicate that the v/c ratio or LOS exceeds the applicable performance target or standard.
T0HP target.

2 Jackson County standard.

3(ity of Medford standard.

*The City of Medford standard is a LOS, not a v/c ratio, so there is no applicable v/c standard. Jackson County has both v/c and LOS standards.
Source: Traffic Analysis , August 2011.
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Queuing and Blocking

By 2015, queuing and blocking problems along OR 62 are forecast to worsen,
compared to existing conditions. Queues would lengthen, which would more than
double, from 15 to 37, the number of queuing blockages, as defined in Section
3.1.2.2. Queuing blockages on area roadways other than OR 62 also would increase
substantially. For a list of all locations where queuing blockages would occur, see
Table 3-5 of the Traffic Analysis Report.

The addition of protective-permissive phasing for eastbound and westbound
left-turn movements on Vilas Road and the project to add left-turn lanes from OR
140 westbound to OR 62 southbound have changed forecast queue lengths and
blockages in 2015. Some previously forecast blockages are now not forecast to
occur, but blockages at other locations are now forecast. The net effect is to reduce
the number of forecast blockages in 2015 under the No Build Alternative from 37
to 36.

By 2035, queues would lengthen further and the number of queuing blockages
along OR 62 would increase to 47, over triple the number of queuing blockages
under existing conditions, as shown in Table 3.1-7. Figure 3.1-5 shows the longest
queue in each direction from the intersections in Table 3.1-7. Queuing blockages
on area roadways other than OR 62 also would increase substantially. For a list of
all locations where queuing blockages would occur, see Table 3-6 of the Traffic
Analysis Report.

The addition of protective-permissive phasing for eastbound and westbound
left-turn movements on Vilas Road and the project to add left-turn lanes from

OR 140 westbound to OR 62 southbound have changed forecast queue lengths
and blockages in 2035. Some previously forecast blockages are now not forecast
to occur, but blockages at other locations are now forecast. The net effect is to
increase the number of forecast blockages in 2035 under the No Build Alternative
from 43 to 45.

Figure 3.1-5, which is as contained in the DEIS, shows the queues that were shown
in Table 3.1 7 of the DEIS as causing blockages. Figure 3.1-5 FEIS reflects the
revisions to queue lengths shown in Table 3.1-7 of this FEIS.

Traffic Safety

Under the No Build Alternative, the high crash rates described in Section 3.1.2.3
would continue. Because of the forecast increase in traffic volumes, congestion,
queue lengths, and blocking described above, crashes on OR 62 would increase.
As shown in Table 3.1-4, by 2035, traffic volumes on OR 62 are forecast to increase
by 21 to 54 percent, depending on location. OR 62 as a whole would experience
increased congestion as volumes from turn lanes block adjacent through lanes
and signalized intersections operate above capacity. Mainline queue lengths
would block adjacent local streets, which would cause local street queue lengths
to lengthen and system-wide congestion to occur. Under these conditions, safety
statistics and trends indicate that existing locations in the corridor that have crash
frequencies, crash rates, or crash severities that place them in the lists of the top 5
to 10 percent of crash sites statewide would become worse, and additional sites
could be added to lists.

Medford Airport

Under the No Build Alternative, there would be no impacts on Airport property,
operations, or access.
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Table 3.1-7 Forecast 2035 No Build Alternative Queuing Blockages on OR 62

-5 Northbound Off-Ramp
Eastbound Through 500 925 | I-5Southbound ramps
Westbound Right 300 400 | Right Turn Bay (OR 62)
-5 Southbound Off-Ramp
Southbound Left 200 350 | LeftTurn Bay (I-5 off-ramp)
Southbound Right 220 350 | Right Turn Bay (I-5 off-ramp)
Westbound Through 500 850 | I-5 Northbound ramps
Eastbound Through 1,995 2,250 | OR99
Poplar Drive
Westbound Left 140 3,625 | Hilton Road
Westbound Through 140 3,625 | Hilton Road
Northbound Through 850 2,175 | South Jug handle
Northbound Left 450 500 | LeftTurn Bay (OR 62)
Delta Waters Road
Westhound Left 460 925 | Left Turn Bay (Delta Waters)
Westbound Through 940 1,250 | Crater Lake Avenue
Southbound Left 200 375 | LeftTurn Bay (OR 62)
Northbound Left 400 425 | LeftTurn Bay (OR 62)
Northbound Right 225 450 | Right Turn Bay (OR 62)
E Coker Butte
Eastbound Left 200 275 | Left Turn Bay (Coker Butte)
Northbound Right 200 225 | Right Turn Bay (OR 62)
Vilas Road
Eastbound Left 250 350 | LeftTurn Bay (Vilas Rd)

400
Eastbound Through 1,865 4,725 | Lear Way
Eastbound Right 200 425 | Right Turn Bay (Vilas)
Westhound Left <100 125 | Crater Lake Ave

150
Westbound Through/Right <100 150 | Crater Lake Ave
Southbound Left 200 250 | LeftTurn Bay (OR 62)

350
Southbound Through 1,900 4,125 | Justice Road

1,900; 3,375 3,225 | Justice Road, Dillon Way

Southbound Right 150 ;gg Right Turn Bay (OR 62)
Northbound Left 225 425 | LeftTurn Bay (OR 62)

375
Northbound Through 1,525 gg(z)(s) Kingsley Road
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Table 3.1-7 Forecast 2035 No Build Alternative Queuing Blockages on OR 62 (td.

OR 140
Southbound Left 200 400 | Left Turn Bay (OR 62)
Southbound Through 830; 1,490 1,850 | Avenue A, Antelope Road
830 1,025 | Avenue A
Eastbound Left 200 350 | Left Turn Bay (Leigh)
Eastbound Right 125 400 | Right Turn Bay (Leigh)
To be removed NA NA | N/A
Northbound Left 150 350 | LeftTurn Bay (OR 62)
Northbound Through 425; 1,2:50; 3,400 | Merry, Gramercy, Gregory
2,432050 800 | Merry
Northbound Right 150 225 | Right Turn Bay (OR 62)
Westbound Left/Through 525 3580 | DollarTree Access
To be removed NA NA | N/A
Westhound Left 525 850 [ Dollar Tree Access
Westhound Through 525 575 | Dollar Tree Access
Antelope Road
Eastbound Left 150 ggg Left Turn Bay (Antelope)
Eastbound Through 350 1,550 | Shopping Center
1,200
Eastbound Right 100 %g Right Turn Bay (Antelope)
Westbound Left 200 ggg Left Turn Bay (Antelope)
Westbound Through/Right 760 3,050 | Division Road
3,100
Northbound Left 200 250 | LeftTurn Bay (OR 62)
Northbound Right 150 300 | RightTurn Bay (Antelope)
Southbound Left 200 375 | LeftTurn Bay (OR 62)
250
Southbound Right 150 350 | RightTurn Bay (OR 62)

Note: The listed queue lengths represent the length of 95 percent of all queues that exist for the particular traffic movement.
"The lengths are to the intersecting roads in the fourth column.
Source: Traffic Analysis, August 2011.

3.1.3.2 Build Alternatives

This section describes the impacts of the two build alternatives on the
transportation system and traffic operations, performance, and safety. The design
options between Vilas Road and Agate Road are not addressed separately because
their impacts would be identical.

Transportation System

Section 2.1.2 describes the changes to the transportation system under the
build alternatives, including the interchange, roadway, pedestrian facility, and
bicycle lane improvements that would occur. The impacts on traffic operations,
performance, and safety are described below. Bicyclists and pedestrians would
be able to use the bypass, entering and leaving at the interchanges. The reduced
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Latent demand refers to cases
where people avoid driving dur-
ing certain times of the day or
through certain areas in order
to avoid congestion and delays.
So long as congestion exists,
those trips are re-scheduled,
detoured, or not made at all,
even though the desire to

make the trips still exists. When
transportation improvements
are made, future traffic volumes
include not only the traffic that
is already using the corridor
along with any incremental
increase in traffic due to popula-
tion growth, but also traffic that
had been avoiding the corridor
because of congestion.

volumes on existing OR 62 described below would improve conditions for
bicyclists.

The addition of sidewalks and bicycle lanes on Vilas Road would improve
conditions for pedestrians and bicyclists. Transit service would be the same as
under the No Build Alternative. However, transit users would benefit from the
reduced congestion on existing OR 62 through reduced transit travel times and
improved schedule reliability.

Because, as described in section 2.1.2.3, the build alternatives would displace
Agate Road from its intersection with OR 62 to its intersection with Avenue G, the
build alternatives would require the re-routing of OR 140 west of OR 62. However,
as stated in section 2.1.2.3, the OR 140 Corridor Plan currently under development
is expected to call for re-routing OR 140 onto OR 62 to Avenue G, then west on
Avenue G. (ODQOT 2011, p. 5). This re-routing would allow OR 140 to pass under the
bypass on Avenue G.

Traffic Operations and Performance

The impacts on traffic operations and performance described below would result
from two major effects the build alternatives would have on how traffic would

use the roadway system in the project area. The first is that the build alternatives
would divert traffic from existing OR 62 onto the bypass. The second is that the
build alternatives would attract latent demand traffic onto the bypass and existing
OR 62. Latent demand traffic is traffic that would use other routes, such as Table
Rock Road and Foothill Road, to avoid the congestion on OR 62. Both the diversion
effect and the latent demand effect would occur mainly south of the directional
interchange at Agate Road. The DI Alternative would divert more traffic from
existing OR 62 because its southern terminus interchange provides connections
between the bypass and both I-5 and existing OR 62. The SD Alternative would
attract more latent demand because its southern terminus interchange with I-5
would enhance traffic flow, attracting more trips to the bypass.

Traffic Volumes

SD Alternative

As Table 3.1-4 shows, the SD Alternative is forecast to reduce ADT on existing OR
62 by about one-quarter south of Delta Waters Road compared to the No Build
Alternative in both 2015 and 2035. North of Delta Waters Road to Corey Road, the
SD Alternative would reduce ADT by nearly two-thirds. Between Gregory Road
and OR 140, i.e., immediately north of the directional interchange at Agate Road,
the SD Alternative would reduce ADT on existing OR 62 much less, only 8 percent
in 2015 and 12 percent in 2035. This would be because OR 62 would carry traffic
between the bypass and OR 140 east. North of OR 140, ADT would be about one-
half the ADT under the No Build Alternative.

Table 3.1-5 lists existing and forecast ADT on the southbound and northbound
off-ramps from I-5 and local streets and roads in the project area under the build
alternatives. As the table shows, compared to the No Build Alternative, the SD
Alternative would: substantially increase volumes on the southbound off-ramp
from I-5 and substantially reduce traffic volumes on Vilas Road.

DI Alternative

The DI Alternative is forecast to reduce ADT on existing OR 62 by over one-third
compared to the No Build Alternative south of Delta Waters Road in both 2015 and
2035. North of Delta Waters Road to Corey Road, the DI Alternative would reduce
ADT by over two-thirds. Between Gregory Road and OR 140, i.e., immediately north
of the directional interchange at Agate Road, its impact on ADT would be similar
to the SD Alternative’s, for the same reason. The impact on ADT north of OR 140
would be similar to the SD Alternative’s, as well.

Table 3.1-5 shows that the DI Alternative would substantially reduce traffic on
Poplar Drive, and, like the SD Alternative, substantially reduce traffic volumes on
Vilas Road.
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Figure 3.1-5
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Figure 3.1-5 FEIS
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Traffic Congestion

The build alternatives would substantially reduce traffic congestion in the project
area. Table 3.1-8 compares traffic congestion under the No Build Alternative and
build alternatives. The table lists standards from ODOT's Highway Design Manual
(HDM), as well as the mobility performance targets from the OHP. Both the OHP
targets and HDM standards apply when ODOT proposes a project. Table 3.1-8
shows that:

« The build alternatives would substantially reduce traffic congestion at all existing
signalized intersections along existing OR 62 in the project area, except for the
intersections at the I-5 off-ramps under the DI Alternative, where congestion
would be virtually the same as under the No Build Alternative.

« Atall but two signalized intersections on OR 62, forecast congestion levels would
meet the applicable OHP performance target and HDM standard. The exceptions
are the intersections of existing OR 62 with: the | 5 southbound off-ramps and OR
140. At the OR 140 intersection, congestion would be substantially less than under
the No Build Alternative.

« Inthe SD Alternative, the v/c ratio at the intersection of the new ramp from
I-5 northbound with the bypass northbound would violate the HDM standard
in 2035, due to latent demand. Both ODOT and FHWA would have to approve
exceptions to the HDM standard. The applications for these exceptions would
state that the cost and environmental impacts of adding sufficient capacity to
avoid violating the HDM standard are not considered to be justifiable. V/c ratios at
other intersections built as part of the build alternatives would comply with the
applicable HDM standard.

+ Inthe DI Alternative, the v/c ratio at the southbound off-ramp from I-5 is slightly
worse than under the No Build Alternative, due to latent demand. Both ODOT and
FHWA would have to approve exceptions to the HDM standard. The applications
for these exceptions would state that the cost and environmental impacts of
adding sufficient capacity to avoid this are not considered to be justifiable.

« Congestion levels would meet the applicable City of Medford and Jackson
County standards, except for the intersection of existing OR 62 and Antelope
Road. City of Medford and Jackson County standards would apply because
ODOT would transfer jurisdiction over existing OR 62 to the City of Medford
and Jackson County.

Changes in the roadway system under the No Build Alternative and in the design
of the Preferred Alternative have resulted in several changes to Table 3.1-8.

An exclusive right-turn lane from existing OR 62 southbound to Bullock Road
westbound has been added to the design of the Preferred Alternative, lowering
the forecast v/c ratio at the intersection of OR 62 with Poplar Drive/Bullock Road.
The addition of protected-permissive phasing for eastbound and westbound
left-turn movements on Vilas Road at its intersection with OR 62, as described in
Section 3.1.2.1, resulted in the lower v/c ratios there under the No Build Alternative
in 2015 and 2035 and the lower v/c ratio under the Preferred Alternative in 2035.
The protected-permissive phasing did not result in lower forecast v/c ratios under
the Preferred Alternative in 2015. This is likely because forecast volumes are so
low that minor traffic improvements have less effect than if volumes were higher.
The project to add left-turn lanes from OR 140 westbound to OR 62 southbound
referenced in Section 2.1.1 will slightly reduce the v/c ratios at the intersection

of OR 140 and OR 62. (Note that the decline in the LOS under the Preferred
Alternative, despite the lower v/c ratio, is an anomaly that resulted from how LOS
is computed; v/c ratios are a more reliable measure of performance than LOS.) The
substitution of a tight diamond interchange design for a SPUI at the interchange
of the bypass and Vilas Road under the Preferred Alternative means there will be
separate intersections for the northbound and southbound ramps, resulting in the
addition of rows in Table 3.1-8 for each intersection.

Table 3.1-8 also shows that the build alternatives would reduce congestion at
other signalized intersections in the project area, compared with the No Build
Alternative. Violations of the City of Medford standard would remain at the
intersection of Crater Lake Avenue and Delta Waters Road, but the LOS would be E,
instead of F.
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The build alternatives would avoid the congestion at most unsignalized
intersections that would occur under the No Build Alternative, described in Section
3.1.3.1, except for the intersection of Crater Lake Avenue with Owens Drive, which
is forecasted to have a v/c ratio of over 2.0 and a LOS of F in both 2015 and 2035.

The effects of the build alternatives on congestion are similar. The differences
between the two alternatives are that:

« Under the DI Alternative, congestion at the I-5 southbound ramp ends would
exceed the OHP mobility performance target in 2035, but the SD Alternative does
not.

« As stated above, under the SD Alternative, congestion at the I-5/bypass
northbound on-ramp intersection would violate the HDM standard in 2035. The DI
Alternatives does not include this intersection.

« Under the DI Alternative, congestion at the intersection of Crater Lake Avenue
with Delta Waters Road would exceed the City of Medford standard in 2015, but
not under the SD Alternative.

Speed and Travel Time

Average speeds on the bypass under the build alternatives would be higher than
average speeds on existing OR 62 under the No Build Alternative, and average
travel times for the build alternatives would be lower. The positive effects of the SD
Alternative on average speeds and travel times would be greater than the positive
effects of the DI Alternative.

As Table 3.1-9 shows:

« In 2015, the SD Alternative is forecast to increase average speed by 20 to 23
mph, or 83 to 115 percent, depending on direction, compared to the No Build
Alternative. The SD Alternative is forecast to reduce travel time by 8 to 11 minutes,
or by 40 to 48 percent.

« In 2015, the DI Alternative is forecast to increase average speed by 14 to 16 mph,
or 67 to 70 percent, depending on direction, compared to the No Build Alternative.
The DI Alternative is forecast to reduce travel time by 9 minutes, or by 39 to 45
percent.

Table 3.1-9 Forecast Travel Time and Average Speed, No Build and Build Alternatives

(Preferred/Alternative)

2015 2035 2015 2035 2015 2035

Travel Av. Travel Av. Travel Av. Travel Av. Travel Av. Travel Av.
Time | Speed | Time | Speed | Time | Speed | Time | Speed | Time | Speed | Time | Speed
(mins.) | (mph) | (mins.) | (mph) | (mins.) | (mph) | (mins.) | (mph) | (mins.) | (mph) | (mins.) | (mph)
Travel Time and Speed
-5 to Dutton Road 23 20 32 15 43 38
(Northbound) % | 18 | 30 | 16 | Y| o4 | B 3 | MW | M| T I
Dutton Road to I-5 20 24 29
(Southbound) 19 55 28 17 12 44 13 40 il 40 12 38
Change from No Build Alternative
[-5 to Dutton Road -1 +23 -19
MFquis August 2011 -14 +20 -17 s ? i 16 e
Dutton Road to I-5 -8 +20 -16
(Southbound) 7 | +10 | a5 | 1B | 2 [ t6 | T | +2
Percent Change from No Build Alternative
[-5 to Dutton Road -48 +115 -59
(Northbound) 54 | 4144 | 57 | P3| 39| HI0 S0 4107
Dutton Road to I-5 -40 +83 -55
(Southbound) 37 | 476 | 54 [T B | H67 | 59 41N
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« In 2035, the SD Alternative is forecast to increase average speed by 23 mph, or
135 to 153 percent higher, depending on direction, compared to the No Build
Alternative. The SD Alternative is forecast to reduce travel time by 16 to 19
minutes, or by 55 to 59 percent.

In 2035, the DI Alternative is forecast to increase average speed by 14 to 17

mph, or 107 to 124 percent, depending on direction, compared to the No Build
Alternative. The DI Alternative is forecast to reduce travel time by 16 to 17 minutes,
or by 50 to 59 percent.

The project to add left-turn lanes from OR 140 westbound to OR 62 southbound
referenced in Section 2.1.1 will alter travel times and speeds under the No Build
and Preferred Alternatives and how they compare, as shown in Table 3.1-9.

Queuing and Blocking

The build alternatives would reduce the number of queuing blockages, as

defined in Section 3.1.3.1. Compared to the No Build Alternative, in 2015, the

SD Alternative would reduce the number of these locations from 36 to 11. The

DI Alternative would reduce the number of locations to seven. In 2035, the SD
Alternative would reduce the number of locations to 25 compared to 43 under the
No Build Alternative. The DI Alternative would reduce the number of locations to
12. Under both build alternatives, most of the remaining queuing blockages would
be at the intersections of existing OR 62 with OR 140 and Antelope Road in White
City. This is because of latent demand traffic the build alternatives would attract to
existing OR 62 in White City. Both of the build alternatives also would substantially
reduce queuing and blocking problems at other area intersections, such as on
Crater Lake Avenue and Delta Waters Road. For lists of queuing and blocking
problem locations under the SD and DI Alternatives in 2015 and 2035, see Tables
5-5,5-6, 5-13, and 5-14 of the Traffic Analysis, which is available from the ODOT
contact person identified on page i of this DEIS.

The changes in the roadway system under the No Build Alternative and in

the design of the Preferred Alternative will also alter the numbers of queuing
blockages under the Preferred Alternative. These changes are the addition of an
exclusive right-turn lane from OR 62 southbound to Bullock Road westbound
under the Preferred Alternative, the addition of protective-permissive phasing for
eastbound and westbound left-turn movements on Vilas Road at its intersection
with OR 62, and the addition of left-turn lanes from OR 140 westbound to OR 62
southbound referenced in Section 2.1.1. Compared to the No Build Alternative, in
2015, the Preferred Alternative will reduce the number of queuing blockages from
36 to 10.1n 2035, while the length of some forecast queues have changed, the
number of forecast queuing blockages under the Preferred Alternative remains 25,
compared to 45 under the No Build Alternative.

Traffic Safety

The build alternatives would reduce crashes compared with the No Build
Alternative by diverting traffic onto the limited-access bypass. Limited-access
highways' have much lower crash rates than highways that are not access-
controlled, like existing OR 62, so diverting traffic to the bypass would reduce
crashes. 2 In addition, the lower traffic volumes on existing OR 62 would reduce
crashes by reducing congestion at intersections, providing larger gaps for traffic
turning onto or from local streets and driveways, and reducing the number of
intersections and driveways blocked by traffic queues. The DI Alternative may
reduce crash rates more than the SD Alternative because the DI Alternative would
reduce traffic volumes on existing OR 62 by more than the SD Alternative in the
southern part of existing OR 62, where the existing crash rate is highest. Tables 1-2,
1-3 provide a summary of crash rates and types. Table 3.1-4 provides a summary
of existing and forecast traffic volumes. In addition, the reduction in intersections
blocked by traffic queues would be greater under the DI Alternative than under
the SD Alternative, as previously described in this section.

'Limited-access highways are highways with either no or limited numbers of intersections and no access to or from driveways.

2In Oregon in 2009, the crash rate on interstate freeways, which are fully access-controlled, was 0.38 per million vehicle miles
travelled (MVMT); the crash rate on other freeways and expressways, which are mostly access-controlled, was 0.61 per MVMT; and
the crash rates on all other roadways, which are not access controlled, was 1.22 per MVMT.
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Freight

Along with other motor vehicle traffic, freight traffic on OR 62 would benefit

from the reductions in congestion, lane and intersection blockages, and crashes
described above. Freight traffic, which would represent approximately 5 to 6
percent of the overall traffic on the bypass, would benefit from reductions in
congestion, decreased travel time, and fewer speed changes, which, in turn, reduce
the frequency of crashes. These benefits are the same for vehicular traffic, but are
compounded for freight traffic because freight traffic takes longer to slow down

in congestion and to resume speed from a stopped position. Freight traffic would
benefit even more than passenger cars from uninterrupted, free flow conditions,
which would occur for most of the bypass’length. Except in the event of crashes,
potential disruptions to travel would occur at only two locations between the
north and south termini: the interchanges at Agate and Vilas Roads. In addition,
the SD Build Alternative would provide a direct connection between the bypass
and I-5, avoiding travel on existing OR 62 at the south terminus. Local freight traffic
on existing OR 62 would benefit from lower volumes, reduced congestion, and
reduced overall travel times.

Compliance with the ADA

The build alternatives would be designed to comply with current ADA standards.
Where a build alternative would alter local streets, the project would build ADA-
compliant sidewalks, including ADA-compliant ramps at crosswalks. Similarly, the
bypass would be ADA-compliant, including at entrances to the bypass from local
roads with sidewalks.

Medford Airport

Under the build alternatives, operational impacts could occur as a result of

slight incursion into the southeast corner of the RPZ, as shown in Figure 3.1-

4. The magnitude of this impact would be determined by a Federal Aviation
Administration (FAA) evaluation of the effects on airport operations through
submission of Form 7460-1 to the FAA. In addition, the closure of Commerce Drive
would remove the existing access to the USCIS facility on the east side of the
airport. As described in section 2.1.2.3, the build alternatives would provide a new
access route to the USCIS facility from Vilas Road.

As stated in Chapter 2, under the Preferred Alternative, Commerce Drive will be
extended under the bypass to retain the existing access to the USCIS facility and
a new access to the facility from Vilas Road will not be provided. The bypass will
be elevated where it crosses over Commerce Drive. As stated in Section 3.1.2.5,
the Medford Airport has abandoned the airport’s shorter 27 runway, so the RPZ
associated with the 27 runway no longer exists. Therefore, notification to the FAA
of the elevated overcrossing of Commerce Drive will not be necessary.

Construction Impacts

Project construction would cause disruptions to all travel modes. Because

the alternatives are bypasses, most of these disruptions would be at the four
interchanges, where construction would alter existing roadways. Construction
activities would be contained within delineated work zones for the safety of

both the public and construction personnel. Temporary lane closures on existing
roads for intersection reconstruction and rerouting of traffic may be necessary,
depending on traffic volumes. Overpass construction where traffic is present
may require temporary suspension of traffic during overhead lifting, placement
of bridge structure elements, and when the work may present a danger to the
public. This would be allowed only during low traffic volume periods, generally at
night. The principal differences between the alternatives would be at the southern
terminus interchange, where the DI Alternative would cause substantially more
disruption than the SD Alternative because the DI Alternative includes more
changes to local roadways.
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3.1.3.3 JTA Phase

As with the build alternatives, the design options are not addressed in the
discussion below because the impacts of the JTA phase on traffic operations,
performance, and safety would be same, regardless of which design option is
selected.

Transportation System

Section 2.1.3 describes the transportation system improvements under the JTA
phase, including the interchange, roadway, and pedestrian facility improvements
that would be made. The effects on traffic operations, performance, and safety are
described below. As with the build alternatives, bicyclists and pedestrians would
be able to use the bypass by accessing it at interchanges. The reduced volumes
on existing OR 62 described below would improve conditions for bicyclists and
pedestrians. Transit service would be the same as under the No Build Alternative,
as described above. However, transit users would benefit from the reduced
congestion on existing OR 62 described below in the same way that motorists
would benefit.

The JTA phase would not necessitate the rerouting of OR 140 west of OR 62, as
would the build alternatives, as described in section 3.1.3.2.

Traffic Operations and Performance

As with the build alternatives, the impacts of the JTA phase on traffic operations
and performance would result from the diversion of traffic from existing OR 62 and
the attraction of latent demand to the bypass and OR 62. However, the JTA phase
is a smaller section of the overall project and, therefore, would not have the same
draw that the full build alternatives would have. As a result, less traffic would divert
to the bypass under the JTA phase and less latent demand would be drawn into
the corridor.

Traffic Volumes

As Table 3.1-10 shows, the JTA phase is forecast to reduce ADT on existing OR 62
by over one-third compared to the No Build Alternative south of Delta Waters
Road in both 2015 and 2035. North of Delta Waters Road to Corey Road, the JTA
phase would reduce ADT by over one-half. Between Gregory Road and OR 140, i.e.,
immediately north of the northern intersection of the bypass with existing OR 62,
the JTA phase is forecast to increase ADT compared to the No Build Alternative, by
15 percent in 2015 and by 20 percent in 2035. This is because the JTA phase would
attract latent demand traffic into the corridor, although the JTA phase would not
attract as much latent demand as the build alternatives, for the reasons in the
preceding paragraph. North of OR 140, the JTA phase is forecasted to have very
little effect on ADT.

As Table 3.1-11 shows, the JTA phase is forecast to have only small impacts on
traffic volumes on the off-ramps from I-5 and local streets and roads in the project
area.
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Table 3.1-10 Existing and Forecast Average Daily Traffic Volumes, Bypass and OR 62, JTA Phase

2007 2015 2035 2015 2035
Bypass
ggﬂ’ih Terminus Interchange to Vilas Rd N/A N/A N/A N/A N/A
Vilas SPUI to Agate Directional N/A N/A N/A 27,400 34,100
Agate Directional to North Terminus N/A N/A N/A N/A N/A
Directional
South Terminus Interchange to North N/A N/A N/A 27,400 34,100
Terminus Signal
OR 62
Whittle Rd to Delta Waters Rd 47,700 51,200 57,800 31,800 37,500
Delta Waters Rd to Corey Rd 42,000 44,800 54,300 19,900 24,300
Gregory Rd to OR 140 34,400 39,000 47,400 44,700 56,800
OR 140 to Dutton Rd 25,900 29,500 40,000 29,500 41,700

Change from Existing Change from No Build Alternative

Whittle Road to Delta Waters Rd +3,500 +10,100 -19,400 -20,300
Delta Waters Rd to Corey Rd +2,800 +12,300 -24,900 -30,000
Gregory Rd to OR 140 +4,600 +13,000 +5,700 +9,400
OR 140 to Dutton Rd +3,600 +14,100 0 +1700

Percent Change from Existing

Percent Change from No Build

Alternative
Whittle Road to Delta Waters Rd 7 21 -38 -35
Delta Waters Rd to Corey Rd 7 29 -56 -55
Gregory Rd to OR 140 13 38 +15 +20
OR 140 to Dutton Rd 14 54 0 +4

Note: Volumes are averages and are rounded to the nearest 100.
Source: Southern Oregon Transportation Engineering, LLC.
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Table 3.1-11 Existing and Forecast Average Daily Traffic Volumes, I-5 Off-Ramps and
Local Streets and Roads, JTA Phase

2007 2015 2035 2015 2035
I-5 Southbound Off-Ramp 7,500 8,400 11,700 8,900 11,700
-5 Northbound Off-Ramp 14,700 15,300 16,300 15,100 16,100
Poplar Drive 18,300 18,800 19,000 19,250 19,600
Delta Waters Road 16,200 15,200 17,000 15,300 16,600
Coker Butte Road 4200 6,400 8,600 7,400 9,000
Vilas Road 15,100 19,800 26,000 20,900 26,100
OR 140 9,600 11,000 14,900 11,000 15,000
Change from No Build
Change from Existing Alternative
-5 Southbound Off-Ramp +900 +4200 +500 0
-5 Northbound Off-Ramp +600 +1600 -200 -200
Poplar Drive +500 +700 +450 +600
Delta Waters Road -1000 +800 +100 -400
Coker Butte Road +2,200 +4,400 | +1,000 +400
Vilas Road +4,700 +10,900 | +1,100 +100
OR 140 +1,400 +5,300 0 +100
Percent Change from | Percent Change from No
Existing Build Alternative
-5 Southbound Off-Ramp +12 +56 +6 0
-5 Northbound Off-Ramp +4 +11 -1 -1
Poplar Drive 13 +4 A2 13
Delta Waters Road -6 +5 0 -2
Coker Butte Road +52 +105 +16 +5
Vilas Road +31 +72 +5 0
OR 140 +15 +55 0 0

Note: Note: Volumes are at locations near OR 62 and are rounded to the nearest 100.
Source: Southern Oregon Transportation Engineering, LLC.

OR62: Interstate 5 to Dutton Road Final Environmental Impact Statement [3 - 31



Traffic Congestion

Table 3.1-12 compares traffic congestion for the No Build Alternative and the JTA phase.
Table 3.1-12 shows that:

The JTA phase would reduce traffic congestion at all existing signalized intersections
along existing OR 62 north of the Poplar Drive/Bullock Road intersection.

Congestion at the intersections of OR 62 with the I-5 ramps would be virtually the same
as under the No Build Alternative.

Table 3.1-12 Forecast 2015 and 2035 Signalized Intersection Operations, JTA Phase

Target or Standard No Build Alternative JTA Phase
0DOT
(V/CRatio) Local 2015 2035 2015 2035
V/C V/C V/C V/C V/C
Intersection OHP' | HDM® | Ratio | LOS | Ratio | LOS | Ratio | LOS | Ratio | LOS | Ratio | LOS
OR 62 Intersections
I-5 Southbound Off-Ramp 0.85 | 0.75 NA D 0.75
I-5 Northbound Off-Ramp 085 | 0.75 NA D*
Poplar Drive/Bullock Road 0.85 | 0.75 NA D*
Delta Waters Road 0.85 NA NA D*
Owens Drive/OR 62 0.85 NA NA D*
Coker Butte Road/OR 62 0.85 NA NA D*
Vilas Road 0.85 NA NA D*
OR 140 085 | 075 | 0.95 D’
Antelope Road 0.85 | 0.80 | 0.95 D’
Avenue G 0.85 | 0.80 | 0.95 D
Avenue H/VA SORCC 0.85 | 0.80 | 0.95 D?
Bypass
Bypass/OR 62 085 | 075 | 095 | D
Other Intersections
(rater Lake Avenue/Delta Waters NA NA NA D* NA D NA NA D NA D
Road
Agate Road/Antelope Road NA NA | 095 | D° 0.52 B 0.65 B 0.52 B 0.61 B
Table Rock Road/Antelope Road NA NA | 095 | D? 0.63 B B 0.71 B
Table Rock Road/Vilas Road NA NA | 095 D* 0.94 D D
Table Rock Road/Biddle Road NA NA | 095 | D* 0.72 C C D

Note: Cells shaded black indicate that the v/c ratio or LOS exceeds the applicable ODOT performance target, 0DOT Highway Design Manual standard, or Medford or Jackson County
standard. Under the JTA phase, City of Medford and Jackson County standards would apply to intersections on existing OR 62 north of Poplar Drive/Bullock Road and south of the
intersection with the bypass.

'0regon Highway Plan. The 0.85 target applicable to most intersections is based on the dlassification of OR 62 as a “Freight Route on a Statewide Highway” and “Statewide
Expressway” and location within a metropolitan planning organization area inside an urban growth boundary. See Table 6 of the OHP, as amended December 21, 2011.

2Target is based on OHP Action 1F.1. See the language beginning on line 20 of page 8 of the amendments adopted December 21, 2011.

30DOT Highway Design Manual.

“City of Medford standard.

*Jackson County standard.

Source: Traffic Analysis, August 2011, with edits to reflect December 21, 2011, amendments to the OHP.
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- Atthe intersection of OR 62 with Poplar Drive and Bullock Road, the JTA phase
would reduce congestion in 2015 compared to the No Build Alternative,
but, by 2035, congestion would be slightly worse than under the No Build
Alternative.

« By 2035, forecast congestion levels would fail to meet the target or standard
at all intersections on existing OR 62 to which the OHP mobility performance
target or HDM standard would apply. At the intersection of OR 62 with OR 140,
congestion would be substantially less than under the No Build Alternative.
However, congestion would be worse at the intersection of OR 62 and
Antelope Road. While the JTA phase attracts latent demand traffic into the
corridor, unlike the build alternatives, the JTA phase does not divert traffic from
existing OR 62 by providing an alternative route all the way to Dutton Road. In
addition, the JTA phase does not include adding capacity at the intersections
of OR 62 and OR 140 or Antelope Road.

« Congestion levels would decline at all signalized intersections subject only
to City of Medford or Jackson County jurisdiction, including the intersections
of existing OR 62 with Delta Waters Road and Vilas Road. Congestion at these
intersections would meet the applicable City of Medford and Jackson County
standards, except at the intersection Table Rock Road and Vilas Road.

The project to add left-turn lanes from OR 140 westbound to OR 62 southbound
referenced in Section 2.1.1 will alter v/c ratios in Table 3.1 12. Table 3.1 12 shows
the revised ratios in orange. The observations in the preceding bullet list remain
valid, with the following exceptions.

« The JTA phase will reduce traffic congestion at all existing signalized intersections
along existing OR 62 north of the Poplar Drive/Bullock Road intersection, except
at the intersection of OR 140 and OR 62. The higher v/c ratios at the intersection of
OR 140 and OR 62, compared to the forecasts in the DEIS, result from the planned
removal of the right-turn lane from Leigh Way eastbound to OR 62 southbound,
compared to what was assumed in the traffic forecast for the DEIS. While the
intersection improvement project referenced in Section 2.1.1 will add left-turn
lanes from OR 140 westbound to OR 62 southbound, it will include only one lane
for the through and right-turn movements from Leigh Way eastbound. There is a
separate right-turn lane at the intersection today.

For the same reason, at the intersection of OR 62 with OR 140, congestion under
the JTA phase in both 2015 and 2035 will be worse than under the No Build
Alternative.

In a project scheduled for 2014, ODOT will add one new westbound left-turn

lane at the intersection of OR 62 with OR 140 and change the configuration of

the exclusive eastbound right-turn lane to a shared through and right-turn lane.
The addition of the left-turn lane is intended to avoid crashes that now occur
between eastbound through vehicles and westbound vehicles turning left from
the westbound through lane. Removal of the exclusive eastbound right-turn lane
is necessary to align lanes across the intersection. As stated in Section 3.1.2.1, the
proposed OR 140 Corridor Plan calls for an eastbound right-turn lane on Leigh
Way. This improvement is not in the RTP and is therefore not reflected in the traffic
forecasts conducted for this FEIS. However, the improvement is expected to be
made in the future to avoid the high v/c ratio forecast in 2035 under the JTA Phase

Speed and Travel Time

Average speeds on the bypass under the JTA phase would be higher than average
speeds on existing OR 62 under the No Build Alternative, and average travel times
would be lower. Table 3.1-13 shows that:

- In 2015, the JTA phase is forecast to increase average speed by 9 to 12 mph,
or 45 to 50 percent, depending on direction, compared to the No Build
Alternative. The JTA phase is forecast to reduce travel time by 7 to 8 minutes, or
by 30 to 40 percent.

« In 2035, the JTA phase is forecast to increase average speed by 4 to 6 mph,
or by 27 to 35 percent, depending on direction, compared to the No Build
Alternative. The JTA phase is forecasted to reduce travel time by 9 to 10
minutes, or 28 to 34 percent.
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Table 3.1-13 Forecast Travel Time and Average Speed in 2015 and 2035, JTA Phase

2015 2035 2015 2035

Travel Av. Travel Av. Travel Av. | Travel | Av.
Time | Speed | Time | Speed | Time | Speed | Time | Speed

(mins.) | (mph) | (mins.) | (mph) | (mins.) | (mph) | (mins.) | (mph)

Travel Time and Speed

-5 to Dutton Road 23 20 32 15 16 29 23 19
(Northbound) 26 18 30 16 18 24 25 15
Dutton Road to I-5 20 24 29 17 12 36 19 23
(Southbound) 19 25 28 13 29 18 24
Change from No Build Alternative

I-5 to Dutton Road 7 +9 9 +4
(Northbound) +6 -5 -1
Dutton Road to I-5 -8 121 40 +6
(Southbound) -6 +4 +7
Percent Change from No Build Alternative

I-5 to Dutton Road 30 +45 28 | 427
(Northbound) +33 -17 -6
Dutton Road to |-5 -40 +50 +35
(Southbound) 3 +16 -34 +41

Source: Traffic Analysis, August 2011.

The project to add left-turn lanes from OR 140 westbound to OR 62 southbound
referenced in Section 2.1.1 will alter the numbers in the preceding paragraph.
Table 3.1 13 shows the revised numbers in orange. The reductions in the benefits
of the JTA phase result from the removal of the eastbound right-turn lane as

part of planned improvements to the intersection of OR 62 and OR 140 that are
intended to achieve both capacity and safety purposes. The proposed OR 140
Corridor Plan calls for an eastbound right-turn lane on Leigh Way. Restoration of
the exclusive right-turn lane would avoid the reduction in benefits.

Queuing and Blocking

In the short term, but not the long term, the JTA phase would reduce the number
of queuing blockages. Compared to the No Build Alternative, in 2015, the JTA
phase would reduce these locations from 36 to 29. However, by 2035, the number
of queuing blockages under the JTA phase would be the same as under the No
Build Alternative.

Changes in the roadway system under the No Build Alternative described in
Section 3.1.3.1 will alter the numbers of queuing blockages under the JTA phase in
the preceding paragraph. These changes are the addition of protective-permissive
phasing for eastbound and westbound left-turn movements on Vilas Road at its
intersection with OR 62 and the addition of left-turn lanes from OR 140 westbound
to OR 62 southbound referenced in Section 2.1.1. Compared to the No Build
Alternative, in 2015, the Preferred Alternative will reduce the number of queuing
blockages from 36 to 26, and in 2035, the Preferred Alternative will reduce the
number of queuing blockages from 45 to 29.

Traffic Safety

The JTA phase would reduce crashes on existing OR 62, but not by as much as the
build alternatives. Diverting traffic to the bypass would reduce crashes because
access-controlled highways have much lower crash rates than highways that are
not access-controlled, like existing OR 62. In addition, as Table 3.1-4 shows, the JTA
phase would reduce volumes south of Delta Waters Road, where crash rates are
highest, by nearly as much as the DI Alternative and more than the SD Alternative.
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The JTA phase would also reduce volumes by over one-half between Delta Waters
Road and Corey Road. However, the JTA phase would not reduce congestion by as
much as the build alternatives and, by 2035, the number of blockages under the JTA
phase would be the same as under the No Build Alternative.

Compliance with the ADA

As with the build alternatives, the JTA phase would be designed to comply with
current ADA standards.

Freight

With the JTA phase, as with the build alternatives, motor vehicle traffic and

freight traffic on OR 62 would benefit from the reductions in congestion, lane and
intersection blockages, and crashes. Freight traffic on the bypass would benefit
from uninterrupted, free-flow traffic conditions between the north terminus and
south terminus. In addition, the on-ramp from Agate Road at the northern terminus
would benefit southbound freight traffic from OR 140 and White City by enabling
that traffic to avoid congestion on existing OR 62 between the intersection with OR
140 and the bypass. Local freight traffic on existing OR 62 would benefit from lower
volumes and reduced congestion, which would reduce travel times.

Medford Airport

Impacts from constructing the JTA phase would be the same as impacts under the
build alternatives, as described in the discussion of the Medford Airport in Section
3.1.3.2.

Construction Impacts

Project construction would cause disruptions to all travel modes and minor
disruptions to property access. Because the JTA phase is a bypass, most of these
disruptions would be at the southern terminus interchange and, to a lesser extent
where the bypass would cross over Vilas Road and at the northern terminus
intersection. Although reduced in scale, the construction impacts would be similar
to the impacts of the build alternatives, as described in Section 3.1.3.2.

3.1.4 Avoidance, Minimization, and/or
Mitigation Measures

3.1.4.1 Project Design

Measures Incorporated into the Build Alternatives and
JTA Phase

Prior to construction of the build alternatives, ODOT and the City of Medford and
Jackson County must prepare Interchange Area Management Plans (IAMPs) and
adopt relevant portions to ensure the regional and statewide mobility function of
the new bypass and interchanges.

Each IAMP needs to be tailored to address the unique land use and operational and
safety challenges at each interchange. Specific operational issues that should be
addressed within each IAMP include:

South Terminus (either the split diamond interchange under the SD Alternative
or the directional interchange between the new bypass and existing OR 62 under
the DI Alternative): Maintaining mobility standards along Biddle Road west of the
interchange and along OR 62 near the interchange ramps.

Vilas Road (the interchange at Vilas Road): Maintaining adequate mobility near the
interchange and on existing OR 62. Special consideration may be needed at the
intersections of Vilas Road with existing OR 62 and Table Rock Road.

Agate Road (the directional interchange between the bypass and existing OR 62 in

the vicinity of Agate Road): Maintaining adequate mobility along OR 62 north of the
interchange to the intersection of OR 140 and existing OR 62. This area may require

consideration of access management to address mobility.
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Dutton Road (the directional interchange between the bypass and existing OR
62 at the northern terminus near Dutton Road): Ensuring compatible land uses
that support the function of the bypass at the northern terminus and to maintain
adequate mobility on the bypass.

ODOT has prepared an access management strategy (AMS) for the southern terminus
interchange under the JTA phase, which would guide access decisions in project
implementation. The AMS provides for the closure, consolidation, or modification of
most driveway and local street connections to OR 62 at or near the interchange. This
would improve mobility and reduce crashes at the southern terminus interchange.
ODQT plans to prepare a similar AMS for the northern terminus intersection.

Other measures incorporated into the design of the build alternatives and JTA phase
are:

+ Providing a new access road for the private business and USCIS operations along
the eastern edge of the airport property would mitigate for the closure of the
access road from Commerce Drive. This new access road would be located off of
Vilas Road.

+ Allowing bicycles and pedestrians on the shoulders of the bypass.

As described in Chapter 2, the Preferred Alternative and JTA Phase have been
changed to include an extension of Commerce Drive under the bypass to retain the
existing access to the USCIS facility and businesses on the eastern edge of the airport.
This obviates providing alternative access and, therefore, access to the USCIS facility
and businesses from Vilas Road will not be provided as part of the project.

Additional Potential Mitigation Measures

Traffic Operations and Performance

The City of Medford should install a traffic signal at the intersection Crater Lake
Avenue and Owens Drive. As described in Section 3.1.3.2, the intersection is forecast
to have a v/c ratio of over 2.0 and a LOS of F in both 2015 and 2035. At one time,

the RTP included installing a traffic signal at this intersection, but doing so was later
removed from the RTP.

Alternative Travel Modes

ODOT has organized a Transit Committee that has made recommendations for
measures to improve alternative modes of travel along and near existing OR 62.
Committee members are listed in Table 7-10. Appendix M contains the committee’s
recommendations. The measures would improve conditions for pedestrians and
bicyclists, and improve transit service. The measures are recommendations. Inclusion
of a measure in the list does not mean that ODOT has committed to implementing it
or that ODOT is the appropriate entity to fund or implement the measure. In addition
to the measures in Appendix L, ODOT would consider providing striping for bicycles
on the bypass.

Airport Impacts

Mitigation for operational issues arising from the incursion into the RPZ could include
design changes to the build alternatives that would minimize the placement of
objects within this zone. These possible changes would occur through collaboration
between ODOT, FAA and Medford Airport management.

3.1.4.2 Project Construction

For both the build alternatives and the JTA phase, ODOT would prepare a Traffic
Management Plan for project construction. The Traffic Management Plan would
provide for detours, flaggers, time of day lane closure restrictions, weekend closure
restrictions, staging plans, detour identification, ADA compliance, and provision of
local access considerations. ODOT would also prepare a public involvement plan to
inform and engage those affected by project construction. This plan would include a
project website to provide current information on construction activities.
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3.1.5 Avoidance, Minimization, and/or Mitigation
Commitments Incorporated into the Preferred
Alternative

ODOT makes the following commitments.

3.1.5.1 Project Design
JTA Phase

« To guide access decisions in implementation of the JTA Phase, ODOT will prepare an AMS for
the northern terminus intersection, which will be similar to the AMS ODOT has prepared for
the southern terminus interchange. The AMS for the southern terminus interchange provides
for the closure, consolidation, or modification of most driveway and local street connections to
OR 62 at or near the interchange. This will improve mobility and safety to reduce crashes at the
southern terminus interchange.

« The project design allows U-turns on OR 62 at Poplar Drive/Bullock Road under the JTA phase.

« The project design removes the intersections of Gregory Road and Corey Road with existing
OR 62 and replaces them with an intersection of Fowler Lane and existing OR 62 to increase
spacing between OR 62 intersections and reduce congestion between the north terminus
intersection of the bypass with existing OR 62 and the intersection of OR 62 with OR 140.

The project design realigns Crater Lake Avenue near the northern terminus to separate the
intersections of Fowler Lane with Crater Lake Avenue and existing OR 62.

The project design includes gates at the cul-de-sacs where Justice Road terminates on both
the east and west sides of the bypass to allow emergency vehicles to enter or leave the bypass,
providing for better emergency response times.

« The project design provides for bicycle access to and egress from the bypass at the north and
south termini.

JTA Phase and Preferred Alternative Subsequent to Construction
of the JTA Phase

«  ODOT will allow bicycles and pedestrians on the shoulders of the bypass. The shoulders of
the bypass will not be striped because, under Oregon State law, striping for bicycles prohibits
pedestrian use and the intent is to allow use by both pedestrians and bicyclists.

ODOT will convene a committee beginning in early 2013 to discuss implementation of projects
recommended by the Transit Subcommittee listed in Appendix M, Recommendations for
Transit and Non-Motorized Transportation.

«  ODOT will mitigate for operational issues arising from the incursion into the RPZ, including
design changes to the Preferred Alternative that will minimize the placement of objects within
this zone. ODOT will continue coordination efforts with the FAA and Medford Airport.

Preferred Alternative Subsequent to Construction of the JTA
Phase

ODOT will develop an IAMP for the Vilas Road Interchange before it is constructed, in
collaboration with the City of Medford and Jackson County.

3.1.5.2 Project Construction

ODOT will prepare a traffic management plan for project construction. The traffic management
plan will provide for detours, flaggers, time-of-day lane closure restrictions, weekend closure
restrictions, staging plans, detour identification, ADA compliance, and provision of local access.

«  ODOT will prepare a public involvement plan to inform and engage those affected by project
construction. This plan will include a project website to provide current information on
construction activities.

3.1.5.3 Mitigation Measures Recommended for the City
of Medford

ODOT recommends that the City of Medford install a traffic signal at the intersection of Crater
Lake Avenue and Owens Drive. As described in Section 3.1.3.2, the intersection is forecast to
have a v/c ratio of over 2.0. A traffic signal at the intersection will substantially lower the v/c
ratio.
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Section 3.2 Content LAND USE

3.2.1 Regulatory Setting
3.2.1.1 Federal Laws
3.2.1.2 State, Regional, and Local Laws, Plans, and Policies
3.2.2  Affected Environment
3.2.2.1 Existing Land Use and Zoning
3.2.2.2 Planned Land Use
3.23 Environmental Consequences
3.2.3.1 Direct Land Use Impacts
3.2.3.2 Indirect Impacts, Including Impacts on Farmlands
3.2.3.3 Construction Impacts
3.2.3.4 Compliance with Federal Laws and State, Regional, and
Local Laws, Plans, and Policies
3.24 Avoidance, Minimization, and/or Mitigation Measures
3.2.5  Avoidance, Minimization, and/or Mitigation Commitments
Incorporated Into the Preferred Alternative

3.2 Land Use

This section describes existing land uses and land use plans and how the
alternatives would impact land use. This section also addresses compliance of
project alternatives with applicable federal and state laws, regulations, and policies
and their consistency with the RTP and local comprehensive plans.

3.2.1 Regulatory Setting
3.2.1.1 Federal Laws

NEPA requires that all actions sponsored, funded, permitted, or approved by
federal agencies be reviewed to ensure that environmental considerations,
including land use impacts, are given due weight in project decision-making.
Federal implementing regulations are at 40 CFR 1500-1508 and 23 CFR 771 and
774.These regulations and FHWA Technical Advisory T6640.8A require that an
EIS include discussion of possible conflicts between the proposed action and
applicable federal, tribal, regional, state, and local land use laws, plans, and
policies, and the extent to which the agency would reconcile its proposed action
with the laws, plans, or policies. There is no tribal jurisdiction over land use in the
project area, so tribal laws, plans, or policies are not addressed here.

In addition, the Farmland Protection Policy Act (FPPA, 7 USC 4201-4209, and its
regulations, 7 CFR Part 658) requires federal agencies to coordinate with the
Natural Resources Conservation Service, if their activities may irreversibly convert
farmland directly or indirectly to nonfarm use.

3.2.1.2 State, Regional, and Local Laws, Plans,
and Policies

The State of Oregon established the Statewide Planning Program in 1973.
Fundamental to the program are the 19 Statewide Planning Goals. The Goals
express the state’s policies on land use planning and related topics, including
citizen involvement, farmland protection, natural resources, transportation, and
urban growth. The Statewide Planning Program strongly emphasizes coordination,
including keeping state agency programs and local land use and transportation
plans consistent with each other. Two key components of the program for
transportation projects are state agency administrative rules. The first is Oregon
Administrative Rule (OAR) Chapter 731, Division 15, which is the ODOT State
Agency Coordination Program (SAC). The SAC is intended to ensure coordination
between ODOT projects and local comprehensive plans. The SAC requires that
ODQT projects be compatible with local comprehensive plans.
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For further information on land
use impacts and compliance
with applicable laws and plans,
including citations to source
documents, refer to the Land Use
and Planning Technical Report,
June 2012. This report is avail-
able from the ODOT contact
person identified on page i of
this EIS.

The SAC also requires that, if a local plan must be amended to make a project
compatible with the plan, the amendments must comply with the Statewide
Planning Goals. The second administrative rule is OAR Chapter 660, Division 12,
the Transportation Planning Rule (TPR), which contains the rules that implement
Statewide Planning Goal 12, Transportation. These include rules for amending

a comprehensive plan to allow state highways in rural areas. The rules include
special protections for farmlands zoned Exclusive Farm Use (EFU). Jackson
County would have to amend its comprehensive plan before either of the build
alternatives or the JTA phase could be built.

Other features of Oregon’s Statewide Planning Program relevant to this section are
its requirements that land development comply with zoning, that zoning conform
to the applicable comprehensive plan, and that amendments to comprehensive
plans meet state standards. These standards include the requirements that urban
land uses be allowed only inside urban growth boundaries (UGBs) and that UGBs
may be expanded only if the supply of land inside them is demonstrated to fall
short of needs tied to state-approved forecasts of population and employment
growth. The result is that comprehensive plans determine whether and how land
may be developed.

3.2.2 Affected Environment

This subsection describes existing land use, land use plans, and the zoning that
implements the land use plans. This includes a description of the lands zoned EFU,
to which the Oregon Statewide Planning Program gives extra protection. Section
3.2.3.4, describes applicable provisions of federal, state, regional, and local laws,
plans, and policies and analyzes the build alternatives and JTA phase compliance
with them.

The land use impact analysis uses two areas, the Primary APl and the Secondary
API, and divides the Primary APl into three subareas. Figure 3.2-1 shows the
boundaries of the Primary and Secondary APIs. The Primary APl contains lands
on which the project would have direct impacts, as defined in the introduction
to Chapter 3, and which the project would indirectly impact by changing both
travel times and access to individual properties and by fragmenting farmland.
The Secondary API contains land that the project would indirectly impact only by
changing commute travel times.

The Primary APl subareas are intended to enable description of localized land

use impacts of the alternatives and design options, as well as their total land use
impacts. Figure 3.2-2 shows their boundaries. The three Primary APl subareas
correspond to three categories of land within the Oregon Statewide Planning
Program. Primary API Subarea 1 consists of lands within the Medford UGB and
adjacent lands to the east. Primary API Subarea 2 consists of rural lands between
the Medford UGB and the White City urban unincorporated community boundary
(UUCB). Primary API Subarea 3 consists of lands within the White City UUCB and
adjacent lands to the north.

3.2.2.1 Existing Land Use and Zoning

Figure 3.2-2 shows existing land use in the Primary APl and Table 3.2-1 shows the
amount of Primary APl land in each use category. The land in the Primary APl is
largely, but not entirely, urbanized (i.e., developed as a city). Figure 3.2-3 shows
existing land use in the Secondary APl and Table 3.2-2 shows the amount of land in
each use category in the Secondary API. Uses in the Secondary APl are mainly farm
and rural residential, with urban uses in the Cities of Eagle Point and Shady Cove.
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Figure 3.2-1
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Figure 3.2-2 FEIS
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Figure 3.2-3
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Figure 3.2-3 FEIS
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Table 3.2-1 Existing Land Use, Primary API

Commercial 1,224 14
Farm 1,324 15
Industrial 844 9
Rural Residential 1,610 18
Urban Residential 659 7
Wildlife Area 666 7
Vacant 1,471 16
Public Lands and Other 1,241 14
Total 9,040 100

Note: Numbers do not add up because of rounding.
Sources: Jackson County Geographic Information Services, Jackson County Assessor’s Office, URS Corp.

Table 3.2-2 Existing Land Use, Secondary API

Aggregate Mining 1,077 2
Commercial 580 1
Farm 28,937 53
Forest Land 608 1
Industrial 81 0
Rural Residential 12,580 23
Urban Residential 1,440 3
Wildlife Refuge 917

Vacant 4,417 8
Public Lands and Other 4,052 7
Total 54,690 100

Note: Number of acres do not add up because of rounding.
Sources: Jackson County Geographic Information Services, Jackson County Assessor’s Office, URS Corp.

Figures 3.2-4 and 3.2-5 show the zoning in the Primary and Secondary APIs.

Table 3.2-3 shows the amount of land in each City of Medford zoning district

and describes each district. Table 3.2-4 does the same for Jackson County zoning
districts. The City of Medford has two airport-related overlay zones that impose
height limits within them; Figure 3.2-4 shows the boundaries of the two overlay
zones. An overlay zone is a zone that adds regulations to the regulations applicable
to the underlying land use zones.
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Figure 3.2-4 FEIS
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Figure 3.2-5 FEIS
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Table 3.2-3 Medford Zoning Districts, Acreage, and Description, Primari API

Airport Development — Mixed Use (ADMU) 204 The purpose of the district is to encourage desirable and appropriate land uses in
proximity to major airports while preventing air space obstructions. This is a County
zoning district the City administers. It provides for light industrial uses like the I-L
district, below.

Commercial — Community (C-C) 17 For commercial uses serving the shopping needs of the community, typically in shopping
centers. Uses generally may not exceed 50,000 square feet gross floor area.

Commercial — Heavy (C-H) 77 Provides for lands for commercial and service uses which typically produce a greater
degree of noise, vibration, air pollution, and glare than residential or commercial zones.

Commercial — Regional (C-R) 216 Provides land for services and commercial uses servicing the shopping needs of the
community and surrounding region. To be located in areas served by adequate regional
and local streets systems to avoid impact of regional traffic using neighborhood streets.

Commercial — Service Professional (C-S/P) 0 The zone is intended to be customer-oriented, but with limited retail uses.

Industrial — General (I-G) 358 Provides for lands for industrial uses which involve some noise, vibration, air pollution,
radiation, glare phenomena, and fire and explosive hazards.

Industrial — Heavy (I-H) 145 Provides for lands for industrial uses which involve the highest expected amounts of
noise, vibration, air pollution, radiation, glare, and fire and explosive hazards.

Industrial — Light (I-L) 1,281 Provides for warehouse, office, and low intensity industrial uses.

Multifamily (MFR-15) 10 Provides for medium density townhouses, duplexes, apartments, mobile home parks,
and group quarters. Minimum and maximum density factor of 10 to 15 dwelling units
per gross acre.

Multifamily (MFR-20) 91 Provides for medium density townhouses, duplexes, apartments, mobile home parks,
and group quarters. Minimum and maximum density factor of 15 to 20 dwelling units
per gross acre.

Multifamily (MFR-30) 8 Provides for higher density townhouses, duplexes, apartments, mobile home parks, and
group quarters. Minimum and maximum density factor of 20 to 30 dwelling units per
gross acre.

Single Family Residential (SRF-00) 16 Holding zone from properties changing from County to City zoning and have not been
tested for facility adequacy.

Single Family Residential (SRF-4) 141 Urban residential district with densities of 2.5 and 4.0 dwellings/gross acre.

Single Family Residential (SRF-6) 237 Urban residential district with densities of 4.0 and 6.0 dwellings/gross acre.

Single Family Residential (SRF-10) 35 Urban residential district with minimum and maximum densities of 6.0 and 10.0

dwellings/gross acre.

Suburban Residential (SR-2.5) 3 The district’s purpose is to provide for large-lot residential areas, consistent with the
predominate rural character of the area.

Total 2,838

Note: Numbers do not add up because of rounding.
Sources: Medford LDO, Land Use and Planning Technical Report, June 2012.

As Figure 3.2-4 shows, the build alternatives and JTA phase design options would
cross land zoned Exclusive Farm Use (EFU). While all of this land is in farm use,
mostly irrigated hay and pasture, the soils are marginal in quality and the land is
not considered prime or unique farmland.'As Figure 3.2-4 also shows, the build
alternatives and JTA phase design options would cross land zoned Open Space
Reserve (OSR). As Table 3.2-4 indicates, the purpose of OSR zoning is to “conserve
forest lands and implement... Statewide Planning Goal 4 (Forest Lands).” As with
agricultural land, the Oregon Statewide Planning Program gives extra protection
to forest lands. However, most of the OSR-zoned land is vacant and none of the
land has been in forest use in modern times.

'Prime farmland is defined as “land that has the best combination of physical and chemical characteristics for producing food, feed,
forage, fiber, and oilseed crops. . " Unique farmland is defined as “land other than prime farmland that is used for the production of
specific high value food and fiber crops.” (CEQ 1980)
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Table 3.2-4 Jackson County Zoning Districts, Acreage and Purpose, Primary and Secondary APIs

Primary AP | Secondary API

Aggregate Resource (AG) 0 1,417 To allow development and use of significant mineral and aggregate
resources.

Exclusive Farm Use (EFU) 1,993 36,902 To conserve agricultural land and implement the Oregon
Agricultural Land Use Policy, ORS 215.243, Oregon Administrative
Rules, and Statewide Planning Goal 3, Agricultural Lands.

Forest Resource (FR) 0 0 To conserve forest lands and implement Oregon Administrative
Rules and Statewide Planning Goal 4 (Forest Lands).

General Commercial (GC) 377 5 To provide locations for larger retail service commercial centers
along major highways and within existing urban areas.

General Industrial (Gl) 1,537 646 To provide for heavy industrial uses.

Light Industrial (LI) 392 10 To provide for light manufacturing and fabrication. The district also
allows for limited retail commercial and office uses when such uses
are subordinate to industrial uses.

Neighborhood Commercial (NC) 0 1 To conveniently provide basic commodities for residential
neighborhoods and to provide a mix of commercial and residential
uses.

Open Space Reserve (OSR) 1 0 Same as Forest Resource district, above.

Rural Light Industrial (RLI) 1,027 6,049 To provide industrial uses that rely on site-specific natural
resources for their processes and activities or create a byproduct of
substantial direct benefit to resource-producing lands.

Rural Residential (RR-2.5) 209 231 To provide for large-lot residential areas, consistent with the

Rural Residential (RR-5) 500 7244 predominate rural character of the area.

Rural Service Commercial (RS) 0 33 To provide basic commodities to rural areas for which a specialized
RS district has not been adopted.

Sams Valley Rural Service Commercial 5 447 To provide basic commodities to the Sams Valley unincorporated
community.

White City Urban Residential — 4 (WCUR-4) 158 0 To provide urban residential areas with densities up to 10 dwellings

o —— i per acre for single family dwellings and up to 30 dwellings per acre

White City Urban Residential - 6 (WCUR-6) 402 1 for multiple-family dwellings.

White City Urban Residential - 8 (WCUR-8) 297 0

White City Urban Residential - 10 (WCUR-10) 98 0

White City Urban Residential - 30 (WCUR-30) 87 0

Woodland Resource (WR) 0 131 Same as Forest Resource, above.

Total 7,082 53,117

Note: Numbers do not add up because of rounding.
Sources: Jackson County 2004 and Land Use and Planning Technical Report, June 2012.
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3.2.2.2 Planned Land Use

Figure 3.2-6 shows comprehensive plan designations in the Primary APl and
Figure 3.2-7 shows comprehensive plan designations in the Secondary API.

To avoid repetition, tables comparable to Tables 3.2-3 and 3.2-4, but showing
comprehensive plan designations, are not included here, but are in the Land
Use and Planning Technical Report. Because zoning must be consistent with
comprehensive plan designations, the purposes of the comprehensive plan
designations are similar to the purposes of the related zones in Tables 3.2-3 and
3.2-4, but more generalized.

The jurisdictions of the Bear Creek Valley, where the proposed project is located,
are considering adoption of a plan, the Greater Bear Creek Valley Regional Plan,
which was developed to accommodate a doubling of the region’s population over
a roughly 50-year time frame. The plan is relevant to the indirect land use impacts
of project alternatives in section 3.2.3.2 and cumulative land use impacts in Section
4.1.3.2.The plan identifies “urban reserves,” into which UGBs would be expanded.
The draft Greater Bear Creek Valley Regional Plan also includes an allocation of
population growth among the Bear Creek Valley’s cities and unincorporated
Jackson County and identifies minimum densities to be achieved in the urban
reserves. The latter reflects a strategy to seek “nodal development,” which means
higher density, mixed-use development intended to reduce travel demand and
facilitate travel by alternatives to single-occupant automobiles. Figure 3.2-8 shows
the locations of the proposed urban reserves in the project area. Urban reserves for
Medford have an MD prefix; for Central Point, a CP prefix; and for Eagle Point, an EP
prefix.

3.2.3 Environmental Consequences
3.2.3.1 Direct Land Use Impacts

Direct land use impacts are defined as conversions of land to transportation use.

No Build Alternative

The No Build Alternative would have no direct land use impacts.

Build Alternatives

The build alternatives would convert to transportation use between 233 to 262
acres of land not already in public right-of-way, depending on alternative and
design option. The SD Alternative would convert 244 acres under Design Option
A, 262 acres under Design Option B, and 247 acres under Design Option C. The

DI Alternative would convert 233 acres under Design Option A, 250 acres under
Design Option B, and 236 acres under Design Option C. Design Option B of the SD
Alternative, which would convert the most land, would convert 13 percent more
land than Option A of the DI Alternative, which would convert the least land. The
principal differences among the build alternatives and design options are:

Primary API Subarea 1

« The SD Alternative would use 23 percent more land used, designated, and zoned
for commercial use than the DI Alternative (about 31 acres vs. about 25 acres).

« The SD Alternative would use more public land than the DI Alternative.
Approximately 3.75 acres of the public land used for the SD Alternative would be
from the Bear Creek Greenway on the west side of |-5. As section 3.6.3.1 states, the
Bear Creek Greenway path crosses approximately 0.1 acres of the 3.75 acres. ODOT
would realign the path at this location to preserve the path’s recreational function.
The DI Alternative would not impact the Greenway.
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Figure 3.2-6
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